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INTRODUCTION 

GENERALLY as many questions are asked concerning 
the construction, assembly and details of an 
aeroplane, as there are men to ask the questions. And 
it is natural that these questions be directed to the 
manufacturer of the machine. A careful study of the 
various requests has resulted in concentrating the 
questions under the general heading of "How is the 
machine assembled?" Emphasis has never been pre- 
viously placed on the correct system for unpacking the 
component parts, though this would appear to be the 
logical beginning. While the size and weight of these 
shipping cases would seem to contradict the warning, 
too much stress cannot be placed upon the injimction 
to handle all boxes with care, both in placing and open- 
ing. In the manufacture of the parts, the workmen are 
cautioned by signs all about them : 



REMEMBER 

A CONCEALED MISTAKE MAY 

MEAN THE LOSS OF 

A BRAVE LIFE 



Careless opening of the cases may mean the undue 
straining of an otherwise rugged member. Realization 
of this fact and that sufficient care is not always exer- 
cised in uncrating and setting up the machines has led 
to the detailed directions given in this manual. 

The physical conditions at the assembly depot may 
be more admirably suited for methods other than those 
outhned in this Hand Book. 
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But whatever the details of procedure, the under- 
lying principles upon which the herein suggested 
methods are based, remain the same. 

Note the cautions and ideas advanced. They mean 
sound machines after assembly. 

In outlining the general method of assembly, basic 
principles are again followed. In the description of the 
adjiistment of any machine, that which unfortunately 
cannot be formulated is the personal equation of the 
assembler. Several quick schemes may suggest them- 
selves for preliminary set-ups, but it is well to finish 
the assembly and inspection according to the letter of 
the instructions. A manual which emphasizes the 
"Don*ts" tends to make the reader lose the perspective 
of the "Do." Yet the questions which have been the 
cause for the publishing of this book, have shown re- 
peated disr^ard or misinterpretation of the instruc- 
tions contained in all the packing cases. With each 
machine are packed the necessary blueprints showing 
the general details of the principal members, and the 
assembly-relations. These blueprints are as much an 
integral part of these printed instructions as construc- 
tion drawings are of specifications. A careful study 
of both will answer most of the questions that arise in 
the course of field assembly. 

CXTBTISS AeEOPLANE AND MoTOR CORPORATION. 
Buffalo, U. S. A.» January, 1918. 
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Specifications 
Curtiss Model JN4-D Military Tractor 



General Dimensions: 

Wing Span — upper plane 43 ft., 7% in. 

Wing Span — ^lower plane 33 ft., llJi in. 

Depth of Chord 59^^ in. 

Gap between Planes 60 in. 

Sts^^ger 16 in. 

Length of Machine, overall 27 ft., 4 in. 

Height of Machine, overall 9 ft., 105^ in. 

Normal Angle of Incidence of Panels .... 2 degrees 

Dihedral Angle 1 degree 

Sweepback degree 

Angle of Incidence of Horizontal Stabilizer . . degree 

aREAS! 

Upper Planes* 167.94 sq.ft. 

Lower Planes* 149.42 sq.ft. 

Ailerons (each 17.6 sq. ft.)* 35.20 sq. ft. 

Horizontal Stabilizer 28. 70 sq.ft. 

Vertical Stabilizer 3.80 sq.ft. 

Elevators (each 11.00 sq. ft.) 22.00 sq.ft. 

Rudder 12.00 sq.ft. 

Total Supporting Surface* 352.56 sq.ft. 

Weight: 

Net Weight, machine empty 1430 lbs. 

Gross Weight> machine loaded 1920 lbs. 

Useful Load: 490 lbs. 

Fuel (21 U. S. Gals.) 180.0 lbs. 

Oil 80.0 IbB. 

Pilot 165.0 lbs. 

Passenger IQg.O lbs. • 

Totol 490.0 Iba. 

Loading per sq. ft. Supporting Surface .... 5.45 lbs. 
Loading per R. H. P 21.35 lbs. 
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Pebfobmance: 
Speed, maximum^ Horizontal Flight ... 75 miles per hr. 
Speed, minimum. Horizontal Flight ... 45 miles per hr. 
Climb in 10 minutes 2000 ft. 

Motor: 

Model OX-5, Vee, Four-Stroke Cycle, 8-cylinder, water- 
cooled. 

Horsepower (rated at 1400 R. P. M.) 90 

Weight per R. H. P 4.83 lbs. 

Bore and Stroke 4 in. x 5 in. 

Fuel Consumption per hr 9 gals. 

Fuel Tank Capacity 21 gals. 

Oil Capacity provided in Crankcase 4 gals. 

Fuel Consumption per B. H. P. per hr. . . . . 0.60 lbs. 
Oil Consumption per B. H. P. per hr 0. OS lbs. 
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tEB 0URTI88 AgROPLUl A MOTOR CORPOHATIOB 
BPCTALO, 5>Y> tan. 7VE. 1917* 

PR0CB8a sPBcifioAyioj no. 601 

UBB&CQHO THB MILOEIBB 



raaSLlGS - Zhe fuMlaga of th« Oortiss Standard llaohinr 
18 aeourely packed In a apeolalbox in auoh a manner ae to 
preyent any damage oconrring in nnpaoking, if the following 
inetruotione are oarefolly obeerTedt 

The oaae mast at all times be plaoed on the ground or 
floor with a firm bearing' oyer its entire length* This will 
prerent warding of the body* Care ahO^ild be taken to haye 
the aide marked "TOT* iqn^ermoat, to preyent wrenching, the 
motor fjrom its bed; also the neoeeeity of tixrning the faael- 
age oyer* The top may easily be reoognlBed'by its oonetruot- 
ion« not haying any atrapa tieing it down* 



er* 



The moat aeryioeable tool for nnpaoking ia a nail pull* 
An aze or saw should neyer be xMed* 



The top is held by nails driyen through the sides and 
ends of the box and, these should be drawn out, allowing the 
top to be lifted off intaot* The nails s^uld then l>e pulled 
from the oross braoes and the braces remoyed* This leayes 
the propeller Aree to be lifted out of the case*. 

The side marked "7R0HT" and the ends of the box should 
then be remoyed* Before taking off ends and firont all metal 
strapa should be remoyed from these parts* The bottom and back 
side are left in place* 

The fuselage should, next be lifted out (do not* slide it) 
leaying the landing gear* wheels, etc*, ayailable in the back 
of the case* 

PAHSLS • The same general instructions. that aregiyen 
for the fuselage will apply to the panels^ 

The coyer, narked "TOP" should be remoyed by pulling the 
nails out and lifting it off* The nails should be next pulled 
out of the blocks holding the oross pieces in plane* When one 
of these blocks is remoyed, the cross piece nay be taken out 
and aa soon as each set of oross pieces is out, the panel may 
be lifted out of the box* 



Fig. No. 8 
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THE CURTISS 
STANDARD JN4-D MILITARY 

AEROPLANE 
HAND BOOK 



1. UNPACKING 

The experiences of several schools in unpacking aeroplanes 
and the accessory parts, have been the cause for carefully 
planning the shipping cases and furnishing explicit '^Un« 
packing Instructions/' These are reproduced in facsimile 
Fig. No. 3 on the opposite page. Read the instructions 
carefully before dismantling box. 

The component parts of the standard JN4-D are packed 
for shipment in two cases. The case is designated by the 
name of its major contents, as: 

(1) Fuselage. 
(i) Panels. 

The contents of these boxes are noted on the packing sheets. 
Sample packing sheets are illustrated in Figs. No. 22 to 
No. 27. 

(1) The fuselage contains the motor set in place; the 
instrument board and instruments all connected up; the 
carburetor control and adjustment; throttle controls; and 
magneto cut-out switches, all connected up and ready for 
operation; and the tail skid in place. The control sticks are 
in place. The leads attached to segment of the stick control 
for operating the ailerons, will be f oimd wrapped around the 
seat rails; the leads for controlling the elevators will be 
f oimd attached to the control walking beams with ends passed 
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through the f airleads and coiled up in the fuselage back of 
the pilot's seat. The rudder control wires are attached to 
the foot control bar» and leading to the rear end of the fuse- 
lage cover, are coiled up ready for leading through the 
fuselage for attachment to the rudder. 

The landing gear» completely assembled without the 
wheels, and with the cross-stay wires connected up but slack, 
is also packed in this case. The wheels of the landing gear, 
the propeller and exhaust equipment will also be found in 
this box. 

(2) The panel box contains all the panels with sockets 
and hinges all attached. The transverse and longitudinal 
wires will be found attached to the under side of the upper 
wing, coiled up and ready for attaching to the lower wing. 
The aileron control pulleys are all in place on the under side 
of the upper wing; the aileron control cables are passed 
through these pulleys and coiled up — shackles and pin at 
one end for attaching to the control pylons of the aileron, 
and tumbuckles at the other end for attaching to the "lead" 
coming from the stick control segment and through the side 
of fuselage. This case also contains the elevators and rudder, 
with control or operating pylons removed. All the control 
or operating pylons for the ailerons, elevators and rudder 
are packed in this case. Also, all the panel struts and engine 
section struts are packed in this box. The details of contents 
are given in the packing lists, marked "Panels," see Figs. 
No. 22 and 28. 

2. HANDLING 

In handling and hoisting these shipping boxes, care should 
be taken when using a sling that the center of the lift 
comes somewhat ahead of the center of the box toward 
the motor end. This point can be quickly determined 
by trial, by lifting the bridle until the box rides level. See 
Ilg. No. 4. 
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3. OPENING BOXES 

The case should be placed on the ground or floor, on a 
firm bearing over its entire length. Care should he taken to 
have the part marked " Top" uppermost. This will avoid the 
possibility of wrenching the motor from its bed; also the 
necessity of turning the fuselage over. The top may be 
readily recognized by the construction: not having any 
metal straps tying it down. The top should be carefully 
pried loose with a crow-bar or similar tool. Then carefully 
remove the side and ends of the box. The bottom side and 
temporary struts of the packing case are left in place under 
the fuselage until ready to assemble the running gear in place. 

The general arrangement of the various parts in the 
fuselage packing case is shown in Fig. No. 5. This view 
should be carefully studied before removing any portions 
of the box. The disposition of the accessories and unassem- 
bled members will thus be made obvious. 

The propeller, wheels and other parts packed in this case 
should be removed from the members of the packing case 
to which they are secured. 

Before opening the panel boxes, provbion should be made 
for supporting the panels, either in cradles or on horses, or 
on soft felt pads. The latter method is most convenient if 
cradles are not handy. The panels may thus be placed on 
their "leading edge" and supported between uprights fas- 
tened to the floor or ground. Exercise extreme caution in 
opening the panel boxes, that the decking is not splintered 
or forced into the panels in the box. Remove all the nails 
from the top-side edge of the boxes, thus avoiding the 
possibility of tearing the panels when they are removed 
from the box. Do not force any members from the shipping 
case. Remove the side walls, if there is any evidence of a 
tight fit. It is safer to break the packing case than to strain 
a fiying unit. 
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4. EXAMINATION OF PARTS 

A set of assembly drawings are incorporated in each 
fuselage box. Study these drawings carefully before com- 
mencing any erection operations. Identify each part as 
taken from the boxes, by comparison with the erection- 
prints. Each member that is packed separately from the 
unit of which it is a part is tagged with an identification 
part number. Assemble all such units before proceeding 
with the general erection of the machine. The shipping 
boxes are designed to facilitate secure shipment of the com- 
ponent parts. If the "Unpacking Instructions" are fol- 
lowed, the possibility of injury to the members will be 
reduced to a minimum. Every portion of the machine, be- 
fore shipment, is thoroughly inspected and checked. How- 
ever, before attemjding erection and truing up, go over every 
portion of the aeroplane and note: 

{A) FUSELAQE 

1. That no members are bent out of alignment or broken; 

2. That no wires are kinked or excessively slack. The 
fuselage is shipped with the trussing in a trued-up 
condition; the hard wires should be taut. All turn- 
buckles fitted to these wires should have the safety- 
wiring intact; 

3. That no bolts in the trussing fittings are loose or un- 
locked: 

4. That the flexible cable leads are not kinked or the 
stranded construction of the cable worked open. These 
leads are coiled up out of the way, and should not be 
loosened until ready to connect up to the control sur- 
faces; 

5. That no bolts or locking devices required for com- 
pleting the erection are missing. These bolts are in 
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place, either in the fitting to which connection must 
be made; or are packed in a small bag in the box at 
the front of the fuselage packing case. Examine all 
bolts to insure that the threads are not burred. Fit 
the nuts to the bolts to check the mating and 
turning; 

6. That no exposed portions of fittings required for 
alignment with the other members are bent out of 
alignment or damaged; 

7. That all motor and instrument connections are tight 
or properly made; 

(B) Panels and Tail Surfaces 

8. That the surfaces are not broken or torn; 

9. That the units are comparatively tight and not sub- 
ject to warping or being easily bent out of alignment. 
This is important since these members are covered 
and injury to the internal structure cannot readily be 
detected by direct methods. A considerable degree of 
rigidity may be expected in the plane of the trussing 
if all members are in alignment and not damaged, 
overstressed or slackened; 

10. That all fittings on these surfaces are tight and all 
bolts properly locked; 

11. That all the flying, landing and cross-bracing cables 
are intact, not kinked nor loosened in the strand con- 
struction of the cables; 

(C) General 

12. That all the necessary units for completing the assem- 
bly are present. This may be accomplished by check- 
ing off the various members, as noted on the packing 
sheets which are attached to each box. 



r 
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The following blue-prints are shipped in each fuselage 
packing box: 





TABLE 


No. I 


Drawino No. 


Name of Drawing 


Dbtaiui 


16200 


Erection Front Eleva- 
tion 


General Dimensions 


16201 


Erectbn Side Elevation 


General Dimensions 


16202 


Erection Plan 


General Dimensions 


14754 


Fuselage Wiring Dia- 
gram 


• 
Fuselage, Fuselage Wires and 

Braces 


15180 


Wing Wiring Diagram 


Landing and Flying Wires 


16195 


Control Wiring Dia- 
gram 


Control Sticks, Control Lines to 
Rudder, Elevators and Ailerons. 


15130 Fittings Assembly 


Wing Fittings 


16196 


Stick Control Erection 


Seats, Control Sticks, Rudder Bar, 
Control Lines 


15860 


Motor Control Dia- 
gram 


Gasoline Tanks, Gasoline Controls, 
Throttle Controls 


11842 


Tail Erection 


Rudder, Vertical Stabilizer, Hori- 
zontal Stabilizer, Elevators, Tail 
Skid 


16640 


Fuselage Erection 


Fuselage, Landing Gear, Cowls, 
Fuselage Cover, Seat, Controls, 
Tail Skid 


5114 


Landing Grear Assem- 
bly 


Tire, Wheel, Axle, Shock Absorber, 
Landing Gear Struts. 


15020 


Motor Control Piping 
Diagram 


Grasoline Piping, Oil Piping, Water 
Piping 



5. GENERAL CONSTRUCTION OF JN4-D 

(A) Panels 

The contour of the wing curve is cambered according 
to the type known as the Eiffel No. 36. The chord for the 
general wing ciu*ve section is 59^ inches. The upper plane 
is built in three sections; one central engine-section panel. 
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and two side sections; one on. each side of the engine sec- 
tion. The lower plane is built in two sections; one on 
each side of the fuselage. The engine section is designed for 
the width of the fuselage. In both the upper and lower 
panels, adjacent to the engine section and fuselage re- 
spectively, the rear portion of the panels are cut away 
to a smooth ogee-shaped curve, to enlarge the range 
of vision above and below. The engine section extends 
to the rear beam only, and has no overhang beyond the 
rear beam. 

{E) Internal Trussing of Paneia 

The internal truss system of the panel is composed of 
tension diagonals and compression struts. The tension di- 
agonal members which are designed to take the stresses 
induced in flight, are in duplicate. All fittings for fastening 
these members are so attached to the beams, which form the 
transverse members of the internal truss, that the failure of 
the attachment of one such member or diagonal, does not 
cause a loosening or failure of the attachment of the dupli- 
cate member. The diagonal members taking the stress due 
to landing are single members. The adjustment of the 
tension in all the diagonal members is accomplished by 
means of tumbuckles, fitted to the end of the member. The 
tumbuckles fitted to the duplicate arranged members are 
so disposed that one wire is adjusted at the front beam and 
its duplicate member is adjusted at the rear beam. The 
tumbuckle on the diagonal members taking the landing 
stresses are generally located at the front beam terminals. 
The internal compression members conform to the cross- 
sectional contour of the panel. These members are solid in 
section and not lightened. Cap-strips passing over the upper 
and lower surfaces of the front and rear beams securely 
maintain all truss (solid) and intermediate (lightened) ribs 



22 Curtiss Aeroplane and Motor Corporation 

longitudinally in alignment. All jibs conform to the cross- 
sectional contour of the panel. 

(C) COVEBING 

The main panek are covered on the upper and lower sur- 
faces with fabric. This covering is machine sewn at the 
seams; this being of the type known as the lap-seam. In 
this construction each strip is lapped over at the edge to be 
sewn. The two strips are so brought together that the 
lapped edges meet: thus in the upper strip the lap is folded 
downward, while in the lower strip the lap is folded upward. 
The thread passes through three pieces of linen in sewing 
the seam. 

The fabric is carefully stretched over the framework of 
the panel. The tension applied to the linen, as necessary for 
smooth covering, is directed parallel to the span of the panel. 
Care is taken not to apply this tension in the direction of 
the chord, so that when the dope on the linen contracts, it 
does not alter the wing curve. 

In laying the linen covering on the panel the seams are 
placed diagonally to the fore and aft direction. The fabric 
is hand sewn on two sides to the panel frame. 

For sewing the fabric to the ribs, Andover No. 7 harness- 
maker thread, properly waxed is used. This thread is taken 
around each rib, each stitch being properly locked with a 
knot. The stitches are 4 inches apart. 

The fabric is tacked to the frame at those points around 
the side hinges and similar locations where it is impossible 
to fasten by sewing. 

After the fabric has been sewn to the frame, a strip of 
aeroplane linen, 2}^ inches wide, with the threads frayed at 
the sides 3^ inch, is doped over the stitches. 

(D) Interplane Tbuss 
The bracing between the upper and lower panels consists 
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of two transverse trusses in the planes of the front beams 
and rear beams respectively, and continuous from the fuse- 
lage to the outer ends of the panels. The vertical members 
are designed for compressive stresses; the diagonal members 
for tension stresses. The diagonal members are aligned in 
opposite directions to withstand any reversal of stresses. 
The front beams of the upper and lower panels constitute 
the upper and lower chord members of the front truss. The 
rear beams similarly constitute the chord members of the 
rear truss. The trusses are symmetrically disposed with 
respect to the longitudinal plane of synmietry of the aero- 
plane. The trusses are crossbraced with tension diagonal 
members attached to the panel (strut) points. 

Flying wires between the wing posts are in duplicate. 
Their attachments and fittings to the front and rear beams 
are also in duplicate. Each wire and its attachment is of 
sufficient strength to take the whole designed load with the 
factor of safety. 

The landing wires between the wing posts are single. 

The engine section wires are designed for their full load 
at the given factor of safety. 

The transverse wires between the upper and lower planes 
are single cables in both directions. 

Drift wires to both the upper and lower planes are single 
cables. The front drift wire is attached at its forward termi- 
nal to the nose of the machine and at its rear terminal to 
the lower socket plate of the front intermediate wing post. 
The rear drift wire is attached at its front terminal to the 
nose of the machine and at its rear terminal to the upper 
socket plate of the rear intermediate wing post. 

Mast wires, both front and rear, inner and outer, are 
single cables. 

All these cables are galvanized, non-flezible, 1 x 10 strand. 

The sizes of these cables are in accordance with the Wing 
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Wiring Diagram, C. A. Co., Dwg. No. 15180. (See Table 
No. I.) 

All interplane wires have a tumbuckle fitted at one end 
and a shackle at the other end, or directly attached to the 
head of an eye-bolt. The connections of the shackles to the 
fittings are made by means of pins which are locked by 
cotter pins. 

(E) Ailerons 

Ailerons are fitted to the rear beam in the recessed section 
of the upper panels, at their outer ends. The trailing edge 
(integral with the outer end edge) of the aileron is parallel 
to the leading edge. The end edge of the aileron is contin- 
uous in the same line with the panel outer end edge. 

The cross sectional contour of the aileron conforms to the 
lines of the wing curve from the rear beam to the trailing 
edge. 

The control braces of the aileron are equipped with hard 
wire guys to free them from any bending stresses. These 
braces are securely bolted to the ailerons. The guy wires 
are fitted with tumbuckles. 

The ailerons are fitted at their trailing edge with suitable 
sheet steel clips, bolted in place, for the attachment of the 
elevator brace guy wires. 

(F) Fuselage 

The fuselage consists of two side trusses, continuous from 
the nose of the machine to the tail. The vertical web mem- 
bers are designed for compressive stresses; the diagonal 
members for tension stresses. The diagonal members are 
aligned in opposite directions to withstand any reversal of 
stresses. The longerons constitute the upper and lower 
chord members. The upper longerons are horizontal and 
parallel to the line of thrust, from the point of maximum 
depth of the truss to the tail. The aUgnment of the lower 
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longerons is curved to conform to the required streandine 
formation. 

The side trusses are synmietrically disposed with respect 
to the longitudinal plane of gsonmetry of the aeroplane and 
gradually taper towards this plane, meeting at the tail post. 

The trusses are braced in a horizontal plane at the upper 
and lower longerons. The members of this bracing, per- 
pendicular to the longitudinal eisis^ are designed for com- 
pressive stresses. The diagonal cross members are designed 
as tension members and aUgned in opposite directions to 
withstand any reversal of stresses. 

The main trusses are further braced at each panel point 
abaft the pilot^s seat by crossed diagonal tension members 
in a vertical plane perpendicular to the plane of symmetry. 

From the nose of the fuselage to the station abaft the 
pilot's seat the diagonal tension members are non-flexible 
cable. Abaft the pilot's seat all diagonal tension members 
in both the vertical and horizontal planes, and cross brac- 
ing are single members of hard wire. The diagonal tension 
members are connected to the fittings on the longeron which 
receive the compression struts. These tension diagonal 
members are attached to the fittings by either a tumbuckle 
or a shackle. 

The compression members are solid struts framing between 
the longerons. The cross section of these struts is generally 
square. 

(6) Tail Assembly 

The horizontal stabilizer, vertical stabilizer, rudder and 
elevators are assembled in accordance with the C. A. Co.'s 
Dwg. No. 11842. (See Table No. I.) 

The horizontal stabilizer is mounted at the rear end of 
the fuselage with its lower surface resting on the top edge 
of the upper longerons. It is further braced and anchored 



/^ 



26 Curtiss Aeroplane and Motor Corporation 

to the fuselage in a fore and aft direction by a system of 
struts arranged from the under side of the stabilizer to the 
lower longerons and tail post. 

The vertical stabilizer is mounted on the upper center- 
line of the horizontal stabihzer to which it is anchored by 
suitable clips and tie-down cables. 

The rudder is suspended from the end edge of the verti- 
cal stabilizer and tail post of the fuselage. The guy Hues 
from the control braces to the trailing edge are so arranged 
as not to foul the elevators for any position of operation. 
The upper edge of the rudder is in a continuous line with 
the leading edge of the vertical stabilizer. 

The elevators are mounted on the trailing edge of the 
horizontal stabilizer. The inner edges of the elevators are 
arranged to permit operation of the rudder through an 
arc of at least 30 degrees each side of the fore and aft 
center line. 

Covering and doping is the same as for the panels. 

{E) Landing Gear 

The landing gear is of the "V" type cross-braced con- 
struction. It consists of two trusses, suitably separated and 
cross-braced. The lower ends of the members of each side 
truss terminate in the fittings of the continuous cord shock- 
absorber bridge. The landing gear is fastened to the lower 
longerons with suitable fittings. 

The axle is properly streamlined. The bridge is so aligned 
vertically as to permit an upward and downward movement 
of the landing gear axle. 

The shock absorbing bridge is of the type known as the 
continuous rubber cord shock absorber. 

The shock absorbing unit of the bridge is a continuous 
built-up rubber cord covered with fabric. This cord is 
securely wound around the axle saddle which passes through 
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the steel bridge and rests over the axle on both sides of the 
struts. 

The bridge proper is a lightened steel member with a 
slotted arrangement to permit the vertical movement of the 
axle. This guide for controlling the vertical movement is 
curved in a transverse direction to accommodate the vertical 
rotation of the axle about one wheel in case of a side-landing. 

(/) Control Systems 

The three-directional control of the machine is centered 
in each cockpit^ and arranged to operate as an interlocked 
system. The directional controls in the two cockpits 
are identical, with the exception that the aileron quadrant, 
mounted on the tubular fore and alt axis between the two 
cockpits, is located in the rear only. Under normal condi- 
tions of flight, the controls are arranged to operate in the 
standard and imiversally accepted directions: a forward 
movement of the stick beyond the neutral point will cause 
the elevators to drop and the machine to dive; conversely, 
a rearward movement of the stick beyond the neutral point 
will cause the elevators to rise, and the machine to mount. 
The sticks are connected by a horizontal tubular link. (See 
Fig. No. 9.) From the rear stick alt, there extends another 
link that terminates in a imiversal ball and socket joint with 
the lever which operates the axis on which the elevator 
control "walking-beams" are fastened. The elevators are 
direct connected to these walking beams by means of flexible 
cable. 

The movement of the stick to either side of the fore and 
alt axis operates the ailerons. The stick in each cockpit is 
permanently fastened with respect to any lateral motion to 
the main fore and aft tubular axis of the control system. At 
the rear end of this shalt or axis, is permanently fastened the 
aileron-control-quadrant. Any side movement of the stick 
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causes an equal angular movement in the quadrant. The 
aileron control lines are looped around, and fastened at one 
point to the quadrant. 

The rudder is operated by the foot-bar type control which 
is direct-connected and operating. 

The ailerons, rudder and elevators are all equipped with 
control braces. These braces are located at or near the 
hinge line of the member. The braces are equipped with 
sufficiently large bases to distribute the compressive stresses 
developed in this member. Sufficient hard wire guy lines 
run from the upper end of the control braces to the trailing 
edge of the member to be controlled. 

These braces are made of sheet steel, hollow construction 
and so arranged that the axis of the control column is ap- 
proximately normal to the direction of pull. The control 
braces are arranged in pairs on opposite faces of the member 
to be controlled, and are fastened to the member and to 
themselves in pairs, by bolts which pass simultaneously 
thru the members and the bases of the control column. 

The top or upper end of the braces are reinforced. The 
cross-section of these braces are of a general streamline shape. 

The general arrangement of the control lines and operating 
Surfaces is shown diagrammatically in the C. A. Co.'s Dwg. 
No. 16195. (Fig. 9.) 

6. LANDING GEAR ASSEMBLY TO FUSELAGE 

The landing gear (Part No. 5114; also see drawing No. 
16201) is assembled by mounting the wheels on to the axle, and 
bolting wheels in place with bolts No. 4172 and accompany- 
ing nuts and cotters. The fuselage should now be elevated to 
receive the landing gear. This may be accompUshed in one 
of two ways — either by tackle, or by shims and blocking. 

(a) If block and tackle are used to raise the fuselage, pass a 
line under the engine bed supports or sills (Part No. 11741; 
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see Drawing No. 16650) just to the rear of the radiator. To 
this line attach hook of block. Do not attach lifting device 

IN ANY OTHER MANNEB» TO AVOID DAMAGINQ OB GBUSHINO 

soBiB PABT. With the fuselage now resting on blocking 
location under the fuselage* just ahead of the tail skid, and 
under a vertical member of the fuselage side-trussing, lift the 
front end imtil the lower longeron clips for attachment of 
landing gear struts dear the landing gear. These dips on 
the lower longeron for connecting the front struts of the land- 

■ 

ing gear are found at Station No. 3 (see Drawing No. 4877). 
The clips on the lower longeron for connecting the rear struts 
are found at Station No. 6 (see Drawing No. 4182). The 
short bolts, with lock-washers, nuts and cotters, are found 
in the clips attached to the bottom longerons at Station No. 3 
and Station No. 5. The lock-washers are put under the head 
of the bolt, and when the clips on the longerons line up with 
the clips on the ends of the struts of the landing gear, these 
bolts are passed down through the holes thus aligned. This 
places the nuts on the down side of the connection, thus 
facilitating assembling and inspection of connections. The 
castellated nuts are then put on the bolts and drawn up 
tight, imtil the drilled hole in the bolt is visible through the 
castle of the nut. Then insert cotter pin and spread the two 
leaves backward, and in opposite directions, over the nut. 
This locks the nut in place. When the landing gear has been 
completely assembled to the fuselage, the tail of the ma- 
chine should be elevated and supported by a horse and 
blocking under Station No. 10 (see Drawing No. 16640, also 
Fig. No. 13), until the upper longeron is levd. This can be 
determined by placing a spirit level on the upper longeron, 
between Station No. 10 and No. 12, at the tail. (See Fig. 
No. IS.) 

(6) The other method that may be employed for raising 
the front end of the fuselage, to assemble the landing gear. 
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is the following: remove the shipping blocking and front 
flooring of shipping case from under the fore part of the 
fuselage. Insert a block imder the bottom longerons at 
Station No. 4» thus coming ahead of the point on which the 
fuselage is resting, as shipped. This blocking should be 
aligned under the vertical strut (see Fig. No. 11). The floor- 
ing to the rear of the blocking should now be removed. By 
lowering the tail, the nose of the machine is elevated, the 
above mentioned blocking serving as a fulcrum. Block up 
under nose of machine, placing blocking imder radiator- 
bracket, AND NOT UNDER RADIATOR (sCC Fig. No. 11). If the 

tail of the machine be now lifted, this nose blocking serves as 
a fulcrum, and the fuselage at Station No. 4 will clear the 
blocking at that point. Block up again with wedges under 
Station No. 4 until blocking is tight against lower longeron 
(see Fig. No. 12). By depressing tail of machine, the nose will 
again be elevated so that the blocking there will now need to 
be increased. By this alternating method of changing the 
fulcrum point and increasing the blocking, the nose of the 
machine can ultimately be blocked up sufficiently high (with 
tail of machine on the ground and blocking at Station No. 4 
removed) that the landing gear may be assembled to fuselage. 
Fig. No. 13. A horse placed at Station No. 10, while the nose 
blocking is in place, will permit the removal of the blocking 
under Station No. 4, and allow the placing of the landing- 
gear under the fuselage. See Fig. No. 13. 

7. HORIZONTAL STABILIZER (Part No. 11627) 

After the upper longeron is leveled up, the horizontal 
stabilizer (Part No. 11627) is assembled to the tail of the fuse- 
lage. From Drawing No. 16202 (plan view) and No. A (Fig. 
No. 8) the disposition of this member is shown. Each upper 
longeron has one U bolt and one special bolt to fasten down 
the horizontal stabilizer. The U bolt is just ahead of Station 
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No. 10, passing under the longeron with the legs pointing 
upward. These bolts extend through the stabilizer and are 
fastened by means of nuts» serving as a means for holding 
the leading edge of the stabilizer. 

At the tail of the machine, two special bolts are arranged so 
that they extend through the horizontal stabilizer, at Station 
No. Id, one on each side of the vertical stabilizer. These 
bolts also extend through a small metal, L-shaped piece on 
each side, which is fastened to the vertical stabilizer, thus 
fastening both vertical and horizontal stabilizers to the tail 
of the fuselage. These two bolts are flattened on their lower 
ends so that they rest against the tail post and are held to it 
by one bolt running through, and two screws, one on each 
side. All nuts are castellated and secured with cotter pins. 

8. VERTICAL STABILIZER (Part No. 13068) 

The vertical stabilizer is now fastened to the horizontal 
stabilizer: 

(1) By means of the bolts which pass through the forward 
and alter parts of the horizontal stabilizer, and 

(2) By means of the hard wire stay lines running from the 
top of the vertical stabilizer to the upper surface of the hori- 
zontal stabilizer (see Drawing No. 1184£). The forward bolts 
pass through the clip at the lower front point of the vertical 
stabilizer. The bolts which are fastened to the tail post of the 
fuselage, and engage the alter end of the horizontal stabilizer, 
also engage the lugs fastened to the bottoiA edge of the verti- 
cal stabilizer at the rear. Draw the nuts up tight and lock 
with cotter pins. The hard wire lines attached to the verti- 
cal stabilizer, and tumbuckles are used to align and tie down 
the vertical stabilizer. 

9. RUDDER (Part No. 11659) 

The control pylons or braces (Part No. 12976) are first 
attached to the rudder. These braces are so placed that the 



JNA'D Hand Book 8S 

upper tips point toward the hinge line. In this fashion the 
holes will match up. The bolts and nuts for securing braces 
to the rudder are shipped and fastened to the braces. Before 
mounting the rudder the vertical stabilizer should be checked 
up» so that it is in plimib alignment with the tail post. This 
check is absolutely necessary to insure the absolute align- 
ment of the hinges in the vertical stabilizer and the tail post. 
The rudder is now mounted onto the tail post and vertical 
stabilizer by means of the hinges. (See Drawings No. 16650 
and 16£01 for position and relations.) The hinge pins are 
now inserted in the hinges, and cotter pins passed through 
the drilled holes in the bottom of the pins. The cotter pins 
should be spread backward as usual. 

10. ELEVATORS (Part No. 11582) 

These are first, equipped with the. control braces (Part 
No. 10654) » which, with the accompanying bolts, nuts and 
cotters, are foimd in the Wing Panel Packing Box. The po- 
sition of the base of the control brace is indicated on Drawing 
No. 1184£ (Fig. No. 8). These braces are also arranged so 
that the upper tips point toward the hinge line. The eleva- 
tors are mounted to the horizontal stabilizer by means of the 
hinges and hinge pins. The hinge pins are kept in theu- 
bearings by the cotter pins, inserted through the drilled holes 
in the bottom of the hinge pins. The position of the elevators 
is shown on Drawing No. 11842 (Fig. No. 8). 

11. PANEL ASSEMBLY 

The panels are now to be assembled. Before the main 
panels can be connected to the fuselage, the engine section 
panel must be erected. 

Engine Section Panel (Part No. 14798) : The engine sec- 
tion struts are first set into place into their sockets on the 
upper longerons. These posts are foimd packed in the 
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"Panel" box. The forward posts (Part No. 11967) are approx- 
imately held in place by the flexible wire lines to be found 
coiled up and temporarily fastened under the cowl in the 
motor compartment. The rear struts (Part No. 12733) are 
approximately held in place by the flexible wire lines leading 
from lower longeron, Station No. 7» and to be found tied to 
the control stick in the front cockpit. The engine section panel 
is now mounted on the struts* after the front transverse brae* 
ing. between the posts, is approximately trued up. The engine 
section panel posts and wires are then trued up prior to 
further erection. This condition is obtained by adjusting 
all "mated" or similar wires to the same length. 

12. MAIN PANELS 

The main panels are now to be assembled to the machine. 
There are two methods for accomplishing this: 

(a) Assemble panels, struts and wires, before attaching to 
fuselage. 

(6) Assemble the upper plane to the engine section, and 
complete assembly. 

The first method is the most advantageous, since it permits 
the setting of the main panels at the approximately correct 
stagger and dihedral, and does not require as much subse- 
quent adjustment as the second method. 

(A) FIRST MBTHOEK— Wings Completely Assembled 

All the main struts will be found to bear a number. These 
numbers run from 1 to 8. The method used in numbering the 
posts is as follows: Starting as post No. 1, with the outer 
post on the left hand side of the pilot, as he faces his direction 
of travel, the front posts are numbered successively from 
No. 1 to No. 4: Nos. 1 and % being on the left side and Nos. 
3 and 4 being on the right side. The rear posts are similarly 
numbered from No. 5 to No. 8: Nos. 5 and 6 being on the left 
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Nora. — ^The above figure shows the method 
used in numbering the interplane posts. The 
number is located on the inner face of the post, 
so that looldng from the fusdage outward, in 
either fide direction* the numbers can be read. 
This system insures the conect location of the 
posts and avoids turning a post up-side down. 
The outer left-hand post is marked No. 1, and 
the numbers run consecutively for all fnmi posit 
(eioept engine-section posts). The rear outer 
left-hand post is given the next number consecu* 
tive to that of the front outer rightrhand post. 
In this nuudiine the front posts are numbered 
from 1 to 4 inclusive; the rear posts from 5 to 8 
inclusive. 
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and Nos. 7 and 8 being on the right. This system of number- 
ing does not include the engine section struts. Fig. No. 14 
shows the system graphically. 

The system of marking also insures that the struts are not 
inverted in their sockets. This is accomplished by painting 
the number on the strut, so that when viewed from the pilot's 
seat all numbers can be read; i. e., the numbers are painted 
on that side of the strut intended to face the fuselage, as 
diagrammatically shown in Fig. No. 14. If a strut be inverted 
by mistake, it can thus quickly be detected. 

(1) The upper left wing panel (Drawing No. 14832) is first 
equipped with the front and rear masts by inserting the masts 
into their sockets on the upper surface of the panel. The mast 
wires are then connected up to the anchor plates, located on the 
upper surface to the right and left of the mast-socket. Adjust 
the tension in these wires, by means of tumbuckles, until the 
front and rear wing beams become straight, in a vertical plane. 

(i) Stand the upper left wing panel and lower left wing 
panel on their "leading" or "entering** edges, properly sup- 
porting the panels in cushioned blocks to prevent damage to 
the nose. Space the panels apart, approximately equal to the 
length of the struts. 

(3) Next connect up the diagonal cross wires. These must 
be loosely connected up (by loosening up the tumbuckles), 
to permit the easy entering of the posts into the sockets. The 
wires are connected before the posts or struts are set in place, 
since, with the latter in place, the connecting of the wires to 
the lugs of the sockets is accomplished only with difficulty. 
After these wires are thus connected, insert the posts and 

bolts into place. 

(4) Connect up loosely the "landing" (single) wires and 
^'flying" (double) wires of the outer bay to hold the wings 
together as a imit. The outer bay is thus completely wired, 
though but loosely. 
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NoTB. — If an oTerhead crane or telpherage system if at hand* the carrier 
can be lued as ihown by the dotted installation. The lower (illustrated) 
condition is convenient for hand transportation. One carrier should be 
inserted under each panel point of the wings (next to the interplane posts). 
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(5) The posts that are used for this left side are No. 1» 
No. 2, No. 5, and No. 6 according to the diagram. No. 1 is 
the outer front; No. 2 the inner front; No. 5 is the outer 
rear; No. 6 the inner rear. 

(6) The wings» as above assembled, are now erected to the 
fuselage. Extreme care should be exercised in transferring the 
wings to the fuselage, not to strain or break them. In carry- 
ing the wings, use wooden boards placed under the wings, and 
block up under the wing beams (which can be easily located 
by the line of fittings attached) so that these take the strain 
of the load. Do not attempt handling assembled wings, using 
the posts as carriers, or by attachments to the trailing or 
leading edges. Fig. No. 15 shows a good manner in which the 
panels may be shifted. 

The wings should be firmly supported temporarily by a 
suitable sling at the upper outer post point (not beyond this 
point), or by a horse, properly blocked under lower wing at 
outer lower post point (not beyond this point), during fitting 
of wing to machine. See Fig. No. 16 for arrangement. The 
wings will have the approximate stagger if assembled as 
above, since the posts are in place and the tension cross wires 
are adjusted to almost correct length when shipped. Insert 
the hinge pins through the hinges, located at ®, Fig. No. 16, as 
now coupled up. 

ADJUSTMENT FOR DIHEDRAL 

(7) The fuselage must now be leveled up transversely and 
longitudinally. A spirit level placed across the top longerons 
will determine the transverse condition. With the level 
placed fore and aft on the longerons aft of Station No. 5, the 
longitudinal level is established. 

(8) Adjust the tension on the flying and landing wires until 
the dihedral of one (1) degree is established, also to make the 
leading and trailing edges parallel and straight. The amount 
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Fig. 16 



NoTB. — ^If an overliead system of tnissiog is 
convenient* the slings shown dotted can be used 
during the temporary erection of the panels. 
Otherwise* the use of "horses" or other means of 
blocking under the lower panels, as shown, is 
imperative. This will avoid possible damage to 
the pane! by the tq>ping over of the entire 
machine at this stage of erection. 
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Pm. 17 

NoTB. — During the adjurtment for stagger 
and dihedral the rigging for (upporUng the 

wfet7 wire one ude, nnti] the. opposite tide ha* 
been erected. The machine will then be equally 
loaded on both lidee. Go over the dihedral and 
ttagger dimenaion to check up any poiubte 
change. Whoi both udei agree with the qieci- 
fied values, safety wire aU tumbudlei. 
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of lift for the one (1) degree dihedral is ^H'm 13' %' (dis- 
tance from the inner edge of the panel to the centerline outer 
post). An easy method for checking the correct adjustment 
of the dihedral is to place a block St^" high on the upper sur- 
face of the lower wing» at the extreme inner edge. A straight 
edge resting on this block and on the upper surface of the 
wing (straight edge kept parallel to front or rear beam) 
should be level, Fig. No. 17. 

This may also be checked by using a light spirit level, sus- 
pended from a string stretched over the given range. If a 
block St^" high be clamped to the inner edge of the panel, 
and a line pulled taut from this block to the centerline of the 
outer beam, the level suspended next to the block will be 
sufficiently sensitive to determine the required degree of 
dihedral. Fig. No. 17 shows the arrangement diagrammati- 
cally. 

If the outer end of the wings is too high, the landing (single) 
wires are too short and the flying (double) wires are too long. 
Hence, loosening up equally on the inner and outer, front and 
rear flying (double) wires, will correct this condition. If the 
panels are too low (dihedral not up to one degree), reversing 
the above method corrects this condition. 

ADJUSTMENT FOR STAGGER 

(9) The tension in the longitudinal cross wires is now ad- 
justed for stagger. The distance between a plumb line 
dropped from the leading edge of the upper wing and the 
leading edge of the lower wing should be 16 inches. If the 
amount is less than 16 inches, the line leading from the 
lower wing front socket to the upper wing rear socket is too 
long. Hence, drawing up on this line and lengthening out 
on the cross Une will correct this condition. If the distance is 
more than 16 inches, reverse corrections of wire lengths 
(see Fig. No. 18). 
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(10) Check up the dihedral to see if this has been disturbed 
while setting stagger. Also check up with eye the alignment 
of the front and rear beam, and parallelism of leading and 
trailing edges. If these are not parallel adjustment of the 
landing (single) wires in the inner bay (next to fuselage) will 
generally correct this condition. 

(11) The wing skids on the under side of the lower wing 
should now be fastened to the sockets, directly under the 
outer posts. 

(12) Bend all cotter pins out. 

(13) The other side of the machine (right side) is then 
assembled in the same manner. Examine the left side to 
see that its adjustment has not been disturbed. 

(14) Lock tumbuckles with safety wires. This latter is 
accomplished by first passing a soft wire through the ^e of 
one shank of the tumbuckle, then winding the wire four to 
five times about the shank, the shorter, loose end of the wire 
being wrapped under the windings; then pass the free end 
through the small hole in the center of the barrel, then 
through the eye of the opposite shank, wrapping this free 
end around this shank and wire. This effectively locks the 
tiunbuckles. 

(B) SECOND METHOD OF ERECTING PANELS 

The following outline method is given; the details of 
handling and adjusting of wires is identical with the details 
given for the first method: 

(1) Insert masts (Part Nos. 5092, 5093) into sockets and 
connect mast wires to anchor terminals. Adjust tension of 
mast wires until beams are straight. 

(2) Connect upper panel to engine section and bolt upper 
end of struts into fittings. 

(3) Jack up wing tip of upper panel so that lower panel can 
be connected. 
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NoTB. — ^The plumb line can be conveniently 
tied to the baae of the wing mait on the upper 
panel. When checking the stagger at the inner 
end, the string may be attached to any of the 
upper panel upper surface fittings. 
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(4) Connect lower panel to fuselage. 

(5) Connect cross diagonal wires. 

(6) Bolt lower end of struts into fittings on lower wing. 

(7) Connect landing (single) wires. 

(8) Connect flying (double) wires. 

(9) Proceed in like manner with other side of machine. 

(10) Remove jacks and level fuselage longitudinally and 
transversely. 

(11) Adjust tension on landing (single) and flying (double) 
wii:es until the dihedral is one degree; leading and trailing 
edges are parallel and straight. 

(12) Adjust tension on diagonal wires imtil stagger is 
16 inches. 

(13) Attach wing skids. 

(14) Bend cotter pins and safety wire tumbuckles. 

13. AILERON ADJUSTMENT 

Attach both ailerons (one on each side of machine, after 
having mounted control braces to ailerons) and fasten pins 
of hinges with the necessary cotter pins. Temporarily sup- 
port ailerons so that their trailing edges are one (1) inch hdow 
the trailing edges of the upper panels. Then connect up the 
flexible tie-line that* passing over the top of the upper wings» 
through f airleads, is connected at the center by a tumbuckle» 
and* passing through pulleys attached to the upper surface* 
front beam* is attached (by shackle and pin) to the upper 
control brace of the aileron. This "'lead" is allowed* so that 
when in flight* the force of the lift will somewhat raise both 
ailerons and bring their trailing edges on a line with the 
trailing edges of the panels. Now lead the end of the aileron 
control line attached to sector through the hole in each side 
of the fuselage (between front and rear seats). Uncoil the 
connecting line which passes over the pulley attached to the 
lower surface of the upper wing* near the front outer post. 
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Attach shackle and pin end to lower control brace of aileron, 
and attach tumbuckle end to loop of aileron control lead 
attached to control sector in fuselage (and which passes 
through side of fuselage). In making this last attachment, 
the leads should be so arranged (by moving the stick of the 
controls) that the lengths projecting through the fuselage 
are equal. 

14. RUDDER CONTROL ADJUSTMENT 

Uncoil the lines attached to the rudder bar, to lead out 
through the upper surface of the rear end of the fuselage 
cover, and, keeping the rudder control bar at right angles to 
the longitudinal axis of the machine, fasten the ends to the 
control braces. Next take up the slack of the lines^ by means 
of the tumbuckles, adjusting the tension equally in each set; 
the rudder control bar (foot control bar) should remain at 
right angles to the longitudinal axis, when the rudder is 
neutral (or in a vertical plane through this fore and aft axis). 

15. ELEVATOR CONTROL ADJUSTMENT 

Temporarily maintain the elevators in the plane of the 
horizontal stabilizer (neutral position). Move the stick for- 
ward until the distance between the instrument board and 
the nearer surface of the tube of the stick is nine and one- 
half (9^) inches. By fixing this distance from the instrument 
board or dash to the tube of the stick, a slight lead is given 
to the control, for the greater range for raising the elevators. 
Now imcoO the wires leading from the dips attached to the 
walking beams of the stick control, and coiled up aft the 
pQot's seat. Pass the wire attached to the lower end of the 
beam out through the side of the fuselage, through the lower 
of the two vertical holes, aft of the pilot's seat. With the 
control stick lashed, or fastened to the nine and one-half (93^) 
inch position, connect this wire to the lower control brace of 
the elevator. Repeat operation for other side of machine. 
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Similarly the wire attached to upper end of the walking 
beam is pasi^ through the upper hole in fuselage side, and 
attached to the upper control brace of the elevator. Draw- 
ing Nos. 16195, 16196, Fig. No. 9, shows the general ar- 
rangement of the controls. Adjust tension in these wires, 
by means of tumbuckles, so that all lines have the same 
degree of tautness. The elevators will then be neutral for 
this position of the bridge. 

16. GENERAL 

All connections having now been made, carefully go over 
each shackle, pin and tumbuckle, and see that all pins are 
properly in place, all nuts on bolts tight, and all cotter- 
pinned. Try out all controls for action and freedom of move- 
ment. See that no brace wires are slack, yet not so taut that, 
when plucked, they "sing." 

Attach nose wires leading from nose of machine to inter- 
mediate posts, front and rear. The lower wire connects up 
with the lower front socket, on the upper surface of the lower 
panel; the upper wire connects up with the upper rear 
socket plate on the under side of the upper panel, after the 
panels are attached to fuselage, with stagger and dihedral 
properly corrected. 
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HINTS ON FLYING 

RIGHT HAND TRACTORS 

I 

(1) Look over machine in general way. 

(2) Be sure of gasoline, oil and water. 

(3) Test motor for revolutions. 

(4) Be sure controls are working properly. 

(5) Start off full power directly into wind. 

(6) Watch your direction carefully and counteract with 
right rudder the machine's tendency to turn to the left, due 
to the propeller's air blast striking the left side of fin more 
forcibly than the right side. 

(7) After attaining a few feet headway, raise the tail with 
controls and keep it in this position to prevent machine from 
leaving the ground until it is well past its minimum flying 
speed, at the same time watching your direction carefully. 
If your course permits keep your machine on the ground 
until its maximum ground speed is reached. Then., very easily 
and smoothly, take it off the ground. By following the above 
plan of a high speed take-off a large degree of safety is as- 
sured, for if engine trouble develops soon after, you have sur- 
passed the machine's minimum flying speed and you have a 
good chance to pick a landing spot that would not be possible 
if the take-off were made at slow speed, for the machine 
would immediately start sinking on loss of power and also 
lose its controllability to a large degree. 

(8) The most dangerous place for engine faQure .is just 
after leaving the ground. 

(9) When once under way it is advisable to attain a safe 
altitude as soon as possible, and it will be found that the best 
results can be attained by a high speed, low-angle dimb 
rather than a slow speed, large angle. A steady, fast climb is 
the best for all purposes. 

(10) After a height of not less than 800 feet, a turn can be 
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contemplated. It is advisable to reach a higher altitude if 
possible, but do not attempt one lower unless necessity de- 
mands to miss obstructions or to play safe on a certain 
forced landing spot in case of engine trouble. 

(11) Never forget that the engine may stop, and at aU 
times keep this in mind and plan on a safe landing place within 
gliding distance of wherever you may be. If you are still on 
the climb and wish to make a rather short turn, nose the 
machine over until you are flying level so as to keep the speed 
high. At the same time bring to play the rudder and ailerons 
in the correct proportions and in the proper directions to give 
a smooth, even turn. A large, easy turn with Uttle bank is 
more to be encouraged than short, sharp ones, using a steep 
bank, for if banking is not properly done either skidding or 
side-slipping develops, both of which, if carried too far, are 
very dangerous. At no time let your machine attain a high 
angle of climb, for in so doing you are encouraging it to stall 
which would necessitate considerable altitude to recover 
from safely. At all times remember that although you are 
controlling the actions of the machine it has a considerable 
amount of stability itself, and be a little free with the con- 
trols rather than stiff and rigid. 

(li) Do not at any time jerk the controls, but be firm and 
steady and above all smooth in their operations. This forms 
a quiet and confident mind which is invaluable in fiying, also 
it reduces the strains on the machine to the minimum. Now 
that a safe altitude has been reached your anxiety dimin- 
ishes, for with height there is safety; but remember to keep 
within gliding distance of a landing place. 

(13) Directions of wind here enter on the gliding possi- 
bilities of your machine, for although at all times you go the 
same rate of speed through the air your relations with the 
ground change with the wind, so if you have to glide into a 
wind you cannot glide as far over the ground from a given 
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height as you can if the same wind were behind you. You 
will also notice by flying in a side wind that in order to keep 
a straight course over the ground the machine must be 
swung around into the wind on an angle depending on the 
velocity of the wind. This is to offset the drift of the machine. 

(14) Drift must also be counted on in maldng turns, for 
by side drifting the horizon appears to be moving in the 
opposite direction, which is very apt to mislead one as to his 
actual turning from the result of the rudder. 

LANDING 

(15) When within the correct distance for a glide of me- 
dium velocity to your contemplated landing place, shut off 
the engine and nose machine over to the proper gliding angle 
and head for the field in a direction to bring you directly into 
the wind. If you find you are too close to the field and your 
machine is developing excessive speed, start ''S-ing" to 
reduce your speed as well as altitude. If you have consider- 
able altitude to spare an easy spiral may be executed, but 
neither of these should be tried unless you are perfectly con- 
fident of their success. The best way is a long, straight glide 
into the field, and it gives one a fine chance to judge distance 
and wind. 

(16) Never glide too flat for your speed falls off and you 
settle instead of glide down. In so doing your controls be- 
come inactive to a large degree, and this must be avoided in 
all cases. A strong blast must be on all controls in the correct 
direction at all times to have the machine sensitive to their 
movements. When you have glided toward the field and are 
still about fifty feet from the ground you should start leveling 
off, but gradually allow the machine to glide down within 
about six feet of the ground where the final leveling off begins. 
At this point the machine is skimming along, neither rising 
nor falling, until its velocity wanes, then as it sinks you in- 
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crease the wings' angle to the air so as to bring the lift again 
up to the weight of the machine for its loss in speed. As the 
speed lessens the angle should increase more rapidly until 
the machine is flying in the correct position for landing 
at its minimum flying speed. At this point the machine should 
be just grazing the ground with its wheels and tail skid. 
Only practice wiU perfect kndmgs» for it's only a combina- 
tion of good judgment of distances and speeds. 

(17) In making turns you will notice the marked tendency 
of the machine to nose down on a right-hand turn and to 
dimb on a left one, the latter not being so noticeable as the 
former. These pecuUar actions of the machine are caused by 
the g3rroscopic force of the revolving propeller and must be 
compensated by the elevators to keep the machine level. In 
banks of over 20 degrees the rudder and elevators begin to 
exchange their proper actions with one another until the 
vertical is reached, when the change is complete. This must 
be clearly understood, for to expect the elevators to control 
the horizontal balance of the machine when on a steep bank 
and the rudder to control the direction of same might end 
disastrously. 

(18) The most common danger at present to new students 
is the spinning nose dive or tail spin. Although it is not dan- 
gerous to the man who knows how to get out of one, it is 
very wise for the beginner to stay well away from the pos- 
sibiUties of having the chance to see if he can get out of one. 
There are several ways of getting started on a spin, but ex- 
cessive banking with considerable rudder on seems to be the 
foremost way of all. In turning, if the nose falls due to 
stalling or some other cause, a spin may develop. In a spin 
the ailerons and elevators are useless, for the air blast strikes 
them from the side instead of straight on. The only available 
control is the rudder, and this is your best friend. All the 
possible rudder should be put on in the opposite direction than 
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you are spinning even if you have to put both feet on one 
side of the rudder bar. Remember to hold that rudder and 
keep the motor going full to supply all the possible air blast. 
This is the only remedy and if you have enough altitude you 
have nothing to worry about. The centrifugal force of the 
revolving machine must first be stopped and this takes 
place somewhat slowly, but as soon as you feel the rudder 
acting you will feel your elevators and ailerons regaining 
their control, whereby you can complete the work started 
by the rudder and regain your proper balance. 
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IMPORTANT HINTS 

1. Remember that "A stitch in time saves nine." 

2. Always inspect the motor thoroughly before starting. 
S. Always have plenty of oil, water and gasoline before 

trying to start; all three are vital. 

4. See that the radiator is fvll of water before starting. 

5. Keep oil and gasoline clean, and free from water. 

6. Oil all exposed working parts daily. 

7. Be sure to retard magneto before starting; otherwise 
a serious accident may result. 

8. Turn on switch before trying to start. 

9. Start the motor with the throttle only part way open. 

10. Run the motor idle for only short periods; it is wasteful 
and harmful to run idle too long. 

11. Watch the lubrication constantly, it is most essential. 

12. Remember that the propeller is the business end of the 
motor; treat it with profound respect when it is in 
motion. 

IS. When the motor is hot allow it to idle a few minutes at 
low speed before turning oflF the switch. This insures 
the forced circulation of the cooling water until the 
cylinder waUs have cooled considerably and also allows 
the valves to cool, preventing possible warping. 

14. Avoid that destructive disease known as ''tinkeritis;" 
when the motor is working satisfactorily, leave it alone. 

15. Be sure to inspect daily all bolts and nuts. Keep them 
well tightened. 

16. Stop the motor instantly upon detecting a knock, a 
grind, or other noise foreign to perfect operation. It 
may mean the difference between saving or ruining the 
motor. 

17. Study this instruction book at least once a week. 
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TABLE Na II 

SPECIFIC GRAVITY EQUIVALENTS FOR DEGREES BEAUME 
FOR LIQUIDS LIGHTER THAN WATER 



FORBiIULA: DBGRBBS BBAUBdE - 



140 



8P. QR.-^. 



- 130 



8P. OR. TAKBN AT 60* P. AND RBPBRRBD TO DISTILLED WATER AT 60* F. 



1 


Speelflo 
Gravity 


Pounds 
Per Gallon 


1 




Pounds 
Per Gallon 


1 


It 
II 

ooO 


Pounds 
Per Gallon 


10 


1.0000 


8.88 


87 


.8888 


6.98 


64 


.7217 


6.01 


11 


.9929 


8.27 


88 


.8888 


6.94 


66 


.7179 


6.98 


12 


.9869 


8.21 


89 


.8286 


6.90 


66 


.7148 


6.96 


18 


.9790 


8 16 


40 


.8285 


6.86 


67 


.7107 


6.92 


14 


.9722 


8.10 


41 


.8187 


6.82 


68 


.7071 


6.89 


16 


.9656 


8.04 


42 


.8189 


6.78 


69 


.7036 


6.86 


16 


.9689 


7.99 


48 


.8092 


6.74 


70 


.7000 


6.88 


17 


.9624 


7.98 


44 


.8046 


6.70 


71 


.6965 


6.80 


18 


.9469 


7.88 


46 


.8000 


6.66 


72 


.6931 


6.78 


19 


.9896 


7.88 


46 


.7966 


6.68 


78 


.6897 


6.76 


20 


.9888 


7.78 


47 


.7909 


6.69 


74 


.6868 


6.72 


81 


.9272 


7.72 


48 


.7865 


6.66 


75 


.6829 


5.69 


22 


.9211 


7.67 


49 


.7821 


6.62 


76 


.6796 


6.66 


28 


.9160 


7.62 


60 


.7777 


6.48 


77 


.6768 


6.68 


24 


.9091 


7.67 


61 


.7786 


6.44 


78 


.6780 


6.60 


26 


.9082 


7.68 


62 


.7692 


6.41 


79 


.6698 


5.58 


26 


.8974 


7.48 


68 


.7660 


6.87 


80 


.6666 


5.65 


27 


.8917 


7.48 


64 


.7609 


6.84 


81 


.6686 


6.62 


28 


.8861 


7.88 


56 


.7668 


6.80 


82 


.6604 


6.50 


29 


.8806 


7.84 


66 


.7627 


6.27 


88 


.6578 


6.48 


80 


.8750 


7.29 


67 


.7487 


6.24 


84 


.6542 


6.46 


81 


.8696 


7.24 


68 


.7447 


6.20 


86 


.6511 


6.42 


82 


.8642 


7.20 


69 


.7407 


6.17 


86 


.6481 


6.40 


88 


.8689 


7.16 


60 


.7868 


6.14 


87 


.6461 


6.38 


84 


.8687 


7.11 


61 


.7829 


6.11 


88 


.6422 


6.86 


86 


.8486 


7.07 


62 


.7292 


6.07 


89 


.6892 


6.88 


86 


.8438 


7.08 


68 


.7264 


6.04 


90 


.6868 


6.80 
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TABLE Na III 

METRIC CONVERSION TABLE 
ENGLISH TO MBTRIC 





Hundredths 


Feet to 


Mlleeto 


OftDoiis to 


Pounds to 


BnglUh UlnlU 


Qtaalnohto 
M/M 


Meten 


Kilometen 


Liters 


Kilometen 


1 


0.254 


0.80480 


1.6098 


8.7868 


0.45869 


2 


0.608 


.60960 


8.2187 


7.6707 


.90718 


8 


0.762 


.91440 


4.8280 


11.8660 


1.86078 


4 


1.016 


1.21920 


6.4874 


16.1418 


1.81487 


6 


1.270 


1.52400 


8.0467 


18.9267 


2.26796 


6 


1.624 


1.82880 


9.6561 


22.7120 


2.72165 


7 


1.778 


2.18860 


11.2664 


26.4978 


8.17615 


8 


2.082 


2.48840 


12.8748 


80.2827 


8.62874 


9 


2.286 


2.74821 


14.4841 


84.0680 


4.08288 


10 


2.640 


8.04801 


16.0985 


87.8588 


4.63692 


11 


2 794 


8.85281 


17.7028 


41.6387 


4.98662 


18 


8 048 


8.65761 


19.8122 


45.4240 


6.44811 


18 


8.802 


8.96241 


20.9215 


49 2098 


6.89670 


14 


8.666 


4.26721 


22.6809 


62.9947 


6.86029 


16 


8.810 


4.67201 


24.1402 


66.7800 


6.80389 


16 


4.064 


4.87681 


25.7496 


60.5658 


7.26748 


17 


4.818 


6.18161 


27.8689 


64.8606 


7.71107 


18 


4.572 


6.48641 


28.9682 


68.1860 


8.16466 


19 


4.826 


6.79121 


80.5776 


71.9218 


8.61826 


20 


6.080 


6.09601 


82.1869 


75.7066 


9.07186 


21 


6.884 


6.40081 


83.7968 


79.4920 


9.52644 


22 


6.688 


6.70561 


85.4066 


83.2773 


9.97908 


28 


6.842 


7.01041 


87.0160 


87.0626 


10.48268 


24 


6.096 


7.81521 


88.6248 


90.8480 


10.88622 


25 


6.850 


7.62002 


40.2837 


94.6338 


11.88981 


26 


6.604 


7.92482 


41.8430 


98.4186 


11.79840 


27 


6.868 


8.22962 


43.4524 


102.2040 


12.24700 


28 


7.112 


8.68442 


45.0617 


106.9898 


12.70069 


29 


7.866 


8.83922 


46.67U 


109.7746 


18.16418 


80 


7.620 


9.14402 


48.2804 


118.6600 


18.60777 


81 


7.874 


9.44882 


49.8898 


117.8458 


14.06187 


82 


8.128 


9.75862 


61.4991 


121.1306 


14.51496 


88 


8.882 


10.05842 


68.1085 


124.9160 


14.96866 


84 


8.686 


10.86822 


64.7178 


128.7018 


15.42214 


85 


8.890 


10.66802 


56.8272 


132.4866 


15.87578 


86 


9.144 


10.97282 


57.9365 


186.2720 


16.32938 


87 


9.898 


11.27762 


59.5458 


140.0678 


16.78292 


88 


9.652 


11.58242 


61.1562 


143.8426 


17.23651 


89 


9.906 


11 88722 


62.7646 


147.6280 


17.69010 


40 


10.160 


12 19202 


64.8789 


151.4138 


18.14870 


41 


10 414 


12 49682 


65.9832 


165.1986 


18.69729 


42 


10.668 


12 80163 


67.5926 


158.9840 


19.05088 


48 


10.922 


18 10643 


69.2019 


162.7698 


19.50447 


44 


11.176 


13.41123 


70.8113 


166.5546 


19.95807 


45 


11.480 


13.71603 


72.4206 


170.8400 


20.41166 


46 


11.684 


14.02083 


74.0800 


174.1263 


20.86526 


47 


11.988 


14.82563 


75.6898 


177.9106 


21.31880 


48 


12.192 


14.63043 


77.2487 


181.6960 


21.77244 


49 


12.446 


14.98528 


78.8580 


185.4818 


22.22608 


60 


12.700 


15.24008 


80.4674 


189.2666 


22.67962 


100 


26.400 


80.48006 


160.9347 


878.6880 


45.85924 
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TABLE No. IV 

METRIC CONVERSION TABLE 
METRIC TO ENGLISH 



MMrieTAittB 


li/M 


Meters 


Kflometen 


Litento 


KUosnune 


toInelMS 


toFset 


toMllee 


OaUons 


to Pounde 


1 


0.08987 


8.28088 


0.62187 


0.26418 


2.2046 


2 


.07874 


6.66167 


1.24274 


0.62886 


4.4092 


8 


.11811 


9.84250 


1.86411 


0.79253 


6.6189 


4 


.16748 


18.12883 


2.48648 


1.06671 


8.8186 


6 


.19685 


16.40417 


8.10685 


1.82089 


11.0231 


6 


.28622 


19.68500 


8.72822 


1.68507 


13.2277 


7 


.27659 


22.96583 


4.84969 


1.84924 


15.4324 


8 


.81496 


26.24667 


4.97096 


2.11342 


17.6870 


9 


.85488 


29.62750 


6.59233 


2.87760 


19.8416 


10 


.88870 


82.80888 


6.21370 


2.64178 


22.0462 


11 


.48807 


86.08917 


6.88507 


2.90595 


24.2508 


12 


.47244 


89.87000 


7.45644 


8.17013 


26.4565 


18 


.51181 


42.66088 


8.07781 


8.48431 


28.6601 


14 


.56118 


46.98167 


8.69918 


8.69849 


80.8647 


16 


.59065 


49.21260 


9.82055 


8.96266 


88.0698 


16 


.62992 


62.49888 


9.94192 


4.22684 


85.2740 


17 


.66929 


65.77417 


10.56829 


4.49102 


87.4786 


18 


.70866 


59.05500 


11.18466 


4.76620 


89.6882 


19 


.74808 


62.88688 


11.80603 


5.01987 


41.8878 


20 


.78740 


65.61667 


12.42740 


6.28855 


44.0924 


21 


.82677 


68.89750 


13.04877 


6.54773 


46.2971 


22 


.86614 


72.17888 


18.67014 


6.81191 


48.5017 


28 


.90661 


75.45917 


14.29151 


6.07608 


50.7068 


24 


.94488 


78.74000 


14.91288 


6.84026 


52.9109 


26 


.98425 


82.02083 


16.68425 


6.60444 


55.1166 


26 


1.02862 


86.80167 


16.16562 


6.86862 


57.8202 


27 


1.06299 


88.58250 


16.77699 


7.18280 


69.6248 


28 


1.10286 


91.86883 


17.89836 


7.89697 


61.7294 


29 


1.14178 


96.14417 


18.01973 


7.66116 


68.9840 


80 


1 18110 


98.42600 


18.64110 


7.92588 


66.1887 


81 


1.22047 


101.70588 


19.26247 


8.18951 


68.8438 


82 


1.25984 


104.98667 


19.88884 


8.45868 


70.5479 


88 


1.29921 


108.26750 


20.50621 


8.71786 


72.7526 


84 


1.88858 


111.54888 


21.12668 


8.98204 


74.9572 


85 


1.87795 


114.82917 


21.74796 


9.24622 


77.1618 


86 


1.41782 


118.11000 


22.86932 


9.51089 


79.8664 


87 


1.45669 


121.89083 


22.99069 


9.77457 


81.6710 


88 


1.49606 


124.67167 


28.61206 


10.08876 


88.7756 


89 


1.58548 


127.96250 


24.23343 


10.80298 


86.9808 


40 


1.57480 


181.28880 


24.85480 


10.66710 


88.1849 


41 


1.61417 


184.51417 


25.47617 


10.88128 


90.8895 


42 


1.65854 


187.79600 


26.09764 


11.09546 


92.5941 


48 


1.69291 


141.07588 


26.71891 


11.85964 


94.7988 


44 


1.78228 


144.85667 


27.84028 


11.62881 


97.0084 


46 


1.77165 


147.68750 


27.96165 


11.88799 


99.2080 


46 


1.81102 


160.91833 


28.68802 


12.15217 


101.4126 


47 


1.85089 


164.19917 


29.20489 


12.41686 


108.6178 


48 


1.88976 


157.48000 


29.82576 


12.68052 


105.8219 


49 


1.92918 


160.76083 


80.44718 


12.94470 


108.0266 


50 


1.96850 


164.04167 


81.06850 


18.20888 


110.2811 


100 


8.98700 


828.08884 


62.18700 


26.41776 


220.4622 
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TABLE Na V 
VARIATION OF VELOCITY WITH ALTITUDE 

(DURING THE DAY) 



Elevation 


VelodtiflS in miles per hour 


Surface 


5 


10 


15 


20 


25 


500 feet 


7 


15 


21 


28 


85 


1000 feet 


8 


18 


26 


84 


48 


2000 feet 


8 


18 


28 


87 


47 


8000 feet 


8 


18 


20 


40 


40 


4000 feet 


10 


19 


20 


40 


50 


5000 feet 


18 


20 


20 


40 


50 



TABLE No. VI 

VARIATION OF DIRECTION OF WIND AND ALTITUDE 

Upper region winds vary in direction from those near the earth's surface. 
The amount of deviation is given approximately in the tabulation: 





Deviation to 




Elevation 


right in 
decrees 


Directions 


Surface 





N 


E 


S 


w 


500 feet 


5 


NJ^E 


£H£ 


EHS 


WJ4W 


1000 feet 


10 


NbyE 


EbyS 


SbyW 


WbyN 


2000 feet 


16 


NbyEHE 


£ byS^S 


SbyWMW 


WbyNJiN 


8000 feet 


10 


N^E«E 


EI^S^S 
ESE 


SbyW.JiW 


WbyNJiN 


4000 feet 


20 


SSW 


WNW 


5000 feet 


21 


NNE 


F«SK 


SSW 


WNW 
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TABLE No. VII 
COMPASS POINTS AND THEIR EQUIVALENTS 




2 
6 



00 
49 
88 



8 26 

11 16 
14 04 
16 68 
19 41 

22 80 
26 19 
28 08 

80 66 

88 45 

86 84 

89 28 
42 11 

46 00 

47 49 

60 88 

68 26 

66 16 

69 04 

61 68 
64 41 

67 80 

70 19 
78 08 
76 66 

78 46 

81 84 
84 28 

87 11 



Points. 





NbyE 
NbyE 
NbjE 
NbjE 

NNE 
NNB 
NNE 
NNE 



NEbrN 
NE«N 
NEHN 

ne^In 





NEbyE 
NEbyE^E 
NBbyEHE 
NEbyEHE 



ENE 

ENE 
ENE 
ENE 





90 00 
92 49 
96 88 
98 26 

101 16 
104 04 
106 68 
109 41 

112 80 
116 19 
118 08 
120 66 

128 46 
126 84 

129 28 
182 11 

186 00 

187 49 
140 88 

148 26 

146 16 

149 04 
161 68 
164 41 

167 80 
160 19 

168 08 
166 66 

168 46 
171 84 
174 28 

177 11 



PonnA. 




EbyS 

ESEHE 
ESE)iE 

ESE 
SEbyE^E 
SEbyEME 
SEbyEliE 

SEbyE 
SEliE 
SEHE 

se)2e 




SEbyS 

SSEHB 
SSBHE 
SSE^E 



SSE 

SbyE 
SbyE 
SbyE 




SbyE 

sSb 

S^E 



180 00 
182 49 
186 88 
188 26 

191 16 
194 04 
196 68 
199 41 

202 80 
206 19 
208 08 
210 66 

218 46 
216 84 

219 23 
222 11 

226 00 

227 49 
280 88 

288 26 

286 16 

289 04 
241 68 
244 41 

247 80 

260 19 
268 08 
256 66 

268 46 

261 84 
264 28 
267 11 



POIKXS. 




SbyW 
SbyWKW 
SbyWHW 
SbyWXW 



SSW 

ssw 

SSW 

ssw 



SWbyS 

swHS 

SWHS 
SW^S 





SWbyW 
SWbyWKW 
SWbyWJiW 
SWbyWXW 



WSW 
WSW 
WSW 
WSW 




WbyS 
WJiS 
WHS 
WJiS 



270 00 
272 49 
276 88 
278 26 

281 16 
284 04 
286 68 
289 41 

292 80 
296 19 
298 08 
800 66 

808 46 
806 84 

809 28 
812 11 

816 00 

817 49 
820 88 

828 26 

826 16 

829 04 
881 68 
884 41 

887 80 
840 19 
348 08 
846 66 

848 46 
861 84 
864 28 
857 11 




WbyN 

vmwHw 

WNWHW 
WNW^W 

WNW 

NWbyWJiW 

NWbyWHW 

NWbyWHW 

NWbyW 
NW«W 
NWliW 
NWiiw 



Points. 




NWbyN 
NNW«W 
NNWHW 
NNWilw 



NNW 
NbyW 
NbyW 
NbyW 

NbyW 
N«W 
NHW 

nGw 




Table showing the equivalent value in degrees of eadi fractional division of the 
oompasB to the nearest minute of arc: 

H P<^t equals 1" 24^ 

H pdnt equals 2<* 49^ 

% point equals 4'' 18' 

H point equals 6* 88^ 

% point equals 7® 02' 

% point equals 8* 26' 

^ point equals 9^ 61' 
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OATK 



PACKING SHEET 
CURTISS AEROrtANC ANO MOTOR CORPORATION 



NOw- 






BOX 



MM r 



OOTt»B*Xi 



OIMCNWONS or BO«i 



wnOHTS 

WW .. 



•HIP TO 



•^•CIAI. MAMKS 



Bff^ 



M«M> or pAirr 






ASBBIBIX PASTSt 

Wing struts 

Wine Skids 

BtsSilissr %rso«s 

BuU«r operatlxu; bi«o«8 with 6 bolts, imts A oottsrs 

Blsrator oporatug bT*o«s with 8 holts, nuts A bottors 

Wing nssts with 4 oAst osblos with, toztthmklos oosyloto 

Alloron oontrol hrsoos* 



Fig. No. 23 
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o*n •MirvBo 



VnM]*g« BOX 



packing sheet 
Curtiss aeroplane and motor corporation 



NOUi 



^ONTIIACT NO^ 



SuT 



do^«B*L< 




20001 



OIMINMONS OP mOKi 



WCKtHT* 



MilPTO 



iffl 



JBJU 



WAMK OP PANT 



TaSBLiGS COUFCBZB, BQUIHPSD WITH SUiL STICK COBTRQL 
IBC£DDIBGt 

Kotor So* QX-$ Angr Designation SO 
Propol|ler ataaft oap nut and 1 look vira 
Barliaaat . pipe oam aorawa and look aaahara in oylindora 
Laatha^ magnato ooTar 
3at mot or tools (aaa ibaat A) 
Sngina hood 

Rlffht azhaoat manifold (fonr oylindarad) and moffler 
Laft aidaaaat manifold (fotar ojlindarod) and mofflor 
Drift wiraa at angina plata aith tumbaoklaa oonqplata 
Oaa tank ganga 

Wiraa attaohad' at ataal oroaa aambar* with tumbuoklaa 
oofiplata aith olaria plna and oottara 

Bolta, nuta and oottara for faaalaga wing post in aookata 
Claria pina and oottara at wing hinga ollpa 
Drift wiraa at angina aaotion with tarnlmoklaa, oomplato 
>h elaria pina and oottara in aaoh tTomhaokla ri^t and 
laft uppar and lowar alarator wiraa ri^t and left 
mddar oontrol wires 
Seat onahions 
Safety belt a 

?7r«ie fire extlngnisher 
Ground wire switch in each oookpit 
Gaa ontoff in each oookpit 
Throttle control in each cockpit 

Tool roll in tool box in rear of pilot aeat (aee aheet 
Set Gwaeral Arrangement Blue Prints* 



1 
1 
16 

1 
1 
1 
1 
1 

4 
1 
Z 



2 

wi 



THB 70LL0WIBG IBSTRUMEIfTS I8STALIBD CB BSAB DASH: 
Tachometer 
Oil Gauge 

Daah lighta and 1 light switch (1 button) 
J klr choke 

Aitxiliax>7 Air control 

Bracket for oompaas 

Water thermometer 

Dry cell holders 

Uap board 

Aneroid 

Olook 



TEB FOLLOWIHG IfiSTRUMEBTS IBSTALLSD OB VROBT DiSE: 
Oil gauge 

Daah light and 1 light awitoh (1 button) 
Bracket for compaas 



Fig. No. «4 
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DATS SMII 



PACKING SHEET 
CURTISS AEROPLANE AND MOTOR CORPORATION 



MOb. 



rM«Us» BOX 



0OTt.B«L. 



SOOOl 



ou<E*MioMS or aox.- 

VOLUHK 



WCIOMTB 



•Ml. 



SM*. 



•HIP TO 



m = 



iwrntwi' 



•lAMt OP PART 






1 

1 

1 

J 

t 
t 

16. 
1 
Z 

1 



} 



Hip d«alt 

I«t0 and «»«li«r0 for stabilliw troat "U" bolt* 

lata «aA oottora for roar atabiUsor bolta 

luta and oottora os "U" bolta for front atabiliiar braoa 

fail akld 

Bolt, nttt and oottor for roar tall atld aootot 



UBBDO OSAfi CGMFLEfB WIIE: 

Cablaa with tuznbookloa ooniploto attaobal 

4zlo oollara with bolta, nuta and oottara 

B3*onso waahera* 

Landing goar vhaala with tiraa and tnboa 

1<infl1ng goar bolta, nuta, inaahara and oottara 

Bag of apara parta 

Dry oalla 

Tropallar Bo. Amy Basignatloa 8C 

ooaplata with Itab. loot aaabara, nata and oottora 



UOUB 8BCTX0V COMFLBZB TIlHt 

Poat aookata and 

Bolta i" z -I" b^ hd. oonplata with nvta and oottara 

Mofflar braoa attaohod 



aeotion atruta* 



Fig. No. 25 
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sHnrr nol 



DATS WtirVBO 



tm m^ n i^f-it 



PACiaNO SHEET 

THE CURTISS AEROPLANE CO. 






BOX 



•asMMs NiMMaa 






if 



3l "" 



NAMK or PANT 



TOOL ROLL CONTAINING THE FOLLOWING TOOLS: 

▲trofiMM Tools 
t «■. Boll PolB BMbtiM haaunor 

• ladi oomMiioMoB MlJaitolile pllom 
SladiaorowdriTor 

• ladi a4)aatablo antoinobllo inranoh 
Oontor PmMih 

NMlSot 

H IMh CtfU CUaol 

^ Audi oop dhliol 

Oottor ptai ostroetor 

6 Inch ronad imooth ent fllo 

• ladi flat eat fllo wtth haadio Na 1 

• InA three ■qoarkoUmtaporfllo with haadliNa 1 



B-U 1 % Doohle ead Wraiflh 
S-l( X ii Double ead Wron^ 
H X H DoaUoead Wroaeh 
t fadi adjofltablo vroaoh 
( Inch eorow drtror 
Carburoibr jot aockot 
Mocaeto wreacih 
Water pomp spaaaor 
latako pnah rod wroaeh 
PropoIIar hub pallor 
Thruit boaitsg lock aut wreaiA 
Craak Ihaft aat wroaeh. 
Prqpoltar hub ant wroack 
S-16 itralgbt oodnC wreaA 
% itralgbteodMt wroatjh 
M stimii^ Jaw epoa ohd wroaeh 



Fig. No. 26 
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SHKET NOu 



DATl 



■ M wo* M M-l-lt 



PACKtNO SHEET 

— THE CURTISS AEROPLANE CO. 



NOu 



Boxr« 



G«Tt.B/L 



Ni 



or PART 



4e4S^ 

41AB-1 

414M 

4ieT-« 

41<7-M 

417»4 

4in^ 

4171-tt 

43M-1 

4260-S 

42M>-1A 

4290-lB 

437»-4 

43TM 

437»-l 

437»4 

4SU-9 

45«S-» 

45«t-IO 

4541-tl 



S0M4S 



wn-i 



BA« srin riBii is roixewit 






mag 
mag 
ftat 



Not, Imi., pUn 
Cottan 



Bolt. Ml IWk 1MB. hda 



lfM^ktt.taII 



%a^ vim lO* IS Qa. 



Fig. No. 27 
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\ 



AiJk.i 



w 
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MEMO 



V 



68 Curtiss Aeroplane and Motor CorporaUon 



MEMO 



JNJt-D Hani Book 69 



MEMO 
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MEMO 
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